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Mayor  of  the  Town  of  Robersonville 
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Robersonville,  NC   27871 

Dear  Mayor  Wynne: 

We  are  pleased  to  submit  herewith  the  report,  Robersonville  Thorouah- 

tare  Plan,  giving  a  description  of  the  plan  and  describing  the 

inventory,  analysis,  and  other  supporting  data.   This  plan  was 
developed  as  a  guide  for  solving  the  existing  and  anticipated 
traffic  problems  m  the  Robersonville  Area.   The  basis  for  the 
plan  was  a  series  of  traffic,  economic,  population,  and  land  use 
studies  of  the  area. 

It  is  emphasized  that  the  proposed  thoroughfare  system  is  a  balanced 
network  and  the  effectiveness  of  any  portion  of  the  plan  is 
largely  dependent  upon  the  eventual  development  of  the  entire 
plan   A  high  degree  of  cooperation  and  coordination  should  prevail 
as  the  plan  is  implemented.  .  * 

lly  yAirs, 

,  .&-*- 
Ty  Rose 
State  Highway  Administrator 
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I .   INTRODUCTION 


Over  ten  years  ago  the  Advance  Planning  Department  of 
the  Highway  Commission  developed  a  Preliminary  Thoroughfare 
Plan  for  the  Town  of  Robersonville.   Due  to  the  increase  in 
demand  placed  on  the  major  streets,  it  has  become  necessary 
to  update  the  plan.   This  revised  plan  is  designed  to  deal 
with  any  problems  or  deficiencies  in  the  system  now  or 
expected  within  the  next  twenty  years . 

The  proposed  changes  in  the  system  were  developed 
following  the  basic  principles  of  thoroughfare  planning  as 
described  in  Chapter  II  of  this  report.   Major  and  minor 
thoroughfares  were  located  based  upon  field  investigations, 
existing  and  anticipated  land  uses,  and  topographic  conditions. 

The  North  Carolina  Board  of  Transportation  and  the  Town 
of  Robersonville  will  be  jointly  responsible  for  the  proposed 
thoroughfare  improvements .   Cooperation  between  the  two 
governmental  units  is  of  primary  concern.   To  insure  coordina- 
tion of  efforts,  it  is  desirable  that  the  thoroughfare  plan 
be  formally  adopted  in  accordance  with  Chapter  136,  Article 
3A,  Section  136-66.2  of  the  General  Statutes  of  North  Carolina. 
Once  adopted,  care  must  be  taken  to  protect  by  various  legal 
controls  those  areas  designated  in  this  plan  for  which 
improvements  will  ultimately  be  required.   Without  such 
actions,  the  plan  will  be  useless. 

It  should  be  emphasized  that  this  recommended  plan  is 
based  on  anticipated  growth  of  the  area  as  indicated  by 
current  trends.   Actual  growth  rates  and  patterns  may  differ 
from  those  predicted.   Prior  to  the  construction  of  any 
specific  projects,  a  more  detailed  study  will  be  required  to 
reconsider  development  trends  and  to  determine  specific 
location  and  design  requirements. 


II.   THOROUGHFARE  PLANNING  PRINCIPLES 


Typically,  the  urban  street  system  occupies  25  to  30 
percent  of  the  total  developed  land  in  an  urban  area.  Since 
the  system  is  permanent  and  expensive  to  build  and  maintain, 
much  care  and  foresight  are  needed  in  its  development. 
Thoroughfare  planning  is  the  process  public  officials  use  to 
assure  the  development  of  the  most  appropriate  street  system 
that  will  meet  existing  and  future  travel  desires  within  the 
urban  area. 

The  primary  aim  of  a  thoroughfare  plan  is  to  guide  the 
development  of  the  urban  street  system  in  a  manner  consistent 
with  changing  traffic  demands.   Through  proper  planning  for 
street  development,  many  costly  errors  and  much  needless  ex- 
pense can  be  averted.   A  thoroughfare  plan  will  enable 
street  improvements  to  be  made  as  traffic  demands  increase, 
and  help  eliminate  unnecessary,  improvements.   By  developing 
an  urban  street  system  that  will  keep  pace  with  increasing 
traffic  demands,  a  maximum  utilization  of  the  system  can  be 
attained  that  will  require  a  minimum  amount  of  land  for 
street  purposes.   In  addition  to  providing  for  traffic 
needs,  the  thoroughfare  plan  should  embody  those  details  of 
good  urban  planning  necessary  to  present  a  pleasing  and 
efficient  urban  community.   The  location  of  present  and 
future  population,  commercial,  and  industrial  enterprises, 
affects  major  street  and  highway  locations.   Conversely,  the 
location  of  major  streets  and  highways  within  the  urban  area 
will  influence  the  urban  development  pattern. 

Other  objectives  of  a  thoroughfare  plan  include: 

(1)  To  provide  for  the  orderly  development  of  an 
adequate  major  street  system  as  land  development 
occurs ; 

(2)  To  reduce  travel  and  transportation  costs; 

(3)  To  reduce  the  cost  of  major  street  improvements  to 
the  public  through  the  coordination  of  the  street 
system  with  private  action; 

(4)  To  enable  private  interests  to  plan  their  actions, 
improvements,  and  development  with  full  knowledge 
of  public  intent; 

(5)  To  minimize  disruption  and  displacement  of  people 
and  businesses  through  long  range  advance  planning 
for  major  street  improvements; 

(6)  To  reduce  environmental  impacts  such  as  air  pollu- 
tion, resulting  from  transportation; 


(7)   To  increase  travel  safety. 

Thoroughfare  planning  objectives  are  achieved  through 
both:   (1)  improving  the  operational  efficiency  of  thorough- 
fares; and  (2)  improving  the  system  efficiency  through 
system  coordination  and  layout. 

Operational  Efficiency 

A  street's  operational  efficiency  is  improved  by  increas- 
ing the  capability  of  the  street  to  carry  vehicular  traffic 
and  people.   In  terms  of  vehicular  traffic,  a  street's  capa- 
city is  defined  as  the  maximum  number  of  vehicles  which  can 
pass  a  given  point  on  a  roadway  during  a  given  time  period 
under  prevailing  roadway  and  traffic  conditions .   Capacity 
is  affected  by  the  physical  features  of  the  roadway,  nature 
of  traffic  and  weather. 

Physical  ways  to  improve  vehicular  capacity  include 
Street  widening,  intersection  improvements ,  improving  vertical 
and  horizontal  alignment,  and  eliminating  roadside  obstacles . 
For  example,  widening  of  a  street  from  two  to  four  travel 
lanes  more  than  doubles  the  capacity  of  the  street  by  providing 
additional  maneuverability  for  traffic.   Impedances  to 
traffic  flow  caused  by  slow  moving  or  turning  vehicles  and 
adverse  effects  of  horizontal  and  vertical  alignments  are 
thus  reduced. 

Operational  ways  to  improve  street  capacity  include: 

(1)  Control  of  access  -  A  roadway  with  complete  access 
control  can  often  carry  three  times  the  traffic 
handled  by  a  non-controlled  access  street  with 
identical  lane  width  and  number. 

(2)  Parking  removal  -  Increases  capacity  by  providing 
additional  street  width  for  traffic  flow  and 
reducing  friction  to  flow  caused  by  parking  and 
unparking  vehicles. 

(3)  One-way  operation  -  The  capacity  of  a  street  can 
sometimes  be  increased  20-50%,  depending  upon 
turning  movements  and  overall  street  width,  by 
initiating  one-way  traffic  operations.   One-way 
streets  can  also  improve  traffic  flow  by  decreasing 
potential  traffic  conflicts  and  simplifying  traffic 
signal  coordination. 

(4)  Reversible  lanes  -  Reversible  traffic  lanes  may  be 
used  to  increase  street  capacity  in  situations 
where  heavy  directional  flows  occur  during  peak 
periods. 


(5)   Signal  phasing  and  coordination  -  Uncoordinated 
signals  and  poor  signal  phasing  restrict  traffic 
flow  by  creating  excessive  stop-and-go  operation. 

Altering  travel  demand  is  a  third  way  to  improve  the 
efficiency  of  existing  streets.   Travel  demand  can  be  reduced 
or  altered  in  the  following  ways: 

(1)  Encourage  people  to  form  carpools  and  vanpools  for 
journeys  to  work  and  other  trip  purposes.   This 
reduces  the  number  of  vehicles  on  the  roadway  and 
raises  the  people  carrying  capability  of  the 
street  system. 

(2)  Encourage  the  use  of  transit  and  the  bicycle  mode. 

(3)  Encourage  industries,  business,  and  institutions 
to  stagger  work  hours  or  establish  variable  work 
hours  for  employees.   This  will  reduce  travel  de- 
mand in  peak  periods  and  spread  peak  travel  over  a 
longer  time  period. 

(4)  Plan  and  encourage  land  use  development  or  rede- 
velopment in  a  more  travel  efficient  manner. 


System  Efficiency 

Another  means  for  altering  travel  demand  is  the  develop- 
ment of  a  more  efficient  system  of  streets  that  will  better 
serve  travel  desires.   A  more  efficient  system  can  reduce 
travel  distances,  time,  and  cost.   Improvements  in  system 
efficiency  can  be  achieved  through  the  concept  of  functional 
classification  of  streets  and  development  of  a  coordinated 
major  street  system. 

Functional  Classification 

Streets  perform  two  primary  functions — traffic  service 
and  land  service,  which  when  combined,  are  basically  incompat- 
ible. The  conflict  is  not  serious  if  both  traffic  and  land 
service  demands  are  low.  However,  when  traffic  volumes  are 
high,  conflicts  created  by  uncontrolled  and  intensely  used 
abutting  property  lead  to  intolerable  traffic  flow  friction 
and  congestion. 

The  underlying  concept  of  the  thoroughfare  plan  is  that 
it  provides  a  functional  system  of  streets  which  permits 
travel  from  origins  to  destinations  with  directness,  ease, 
and  safety.   Different  streets  in  the  system  are  designed 
and  called  on  to  perform  specific  functions,  thus  minimizing 
the  traffic  and  land  service  conflict.   Streets  are  categorized 
as  to  function  as  local  access  streets,  minor  thoroughfares, 
or  major  thoroughfares  (see  Figure  1). 
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Local  Access  Streets  provide  access  to  abutting  property. 
They  are  not  intended  to  carry  heavy  volumes  of  traffic  and 
should  be  located  such  that  only  traffic  with  origins  and 
destinations  on  the  streets  would  be  served.   Local  streets 
may  be  further  classified  as  either  residential,  commercial, 
and/or  industrial  depending  upon  the  type  of  land  use  which 
they  serve . 

Minor  Thoroughfares  are  more  important  streets  in  the 
city  system.   They  collect  traffic  from  local  access  streets 
and  carry  it  to  the  major  thoroughfare  system.   They  may  in 
some  instances  supplement  the  major  thoroughfare  system  by 
facilitating  minor  through  traffic  movements.   A  third  func- 
tion which  may  be  performed  is  that  of  providing  access  to 
abutting  property.   They  should  be  designed  to  serve  limited 
areas  so  that  their  development  as  major  thoroughfares  will 
be  prevented. 

Major  Thoroughfares  are  the  primary  traffic  arteries  of 
the  city.   Their  function  is  to  move  intra-city  and  inter- 
city traffic.   The  streets  which  comprise  the  major  thor- 
oughfare system  may  also  serve  abutting  property;  however, 
THEIR  MAJOR  FUNCTION  IS  TO  CARRY  TRAFFIC.   They  should  not 
be  bordered  by  uncontrolled  strip  development  because  such 
development  significantly  lowers  the  capacity  of  the  thorough- 
fare to  carry  traffic  and  each  driveway  is  a  danger  and  an 
impediment  to  traffic  flow.   Major  thoroughfares  may  range 
from  a  two-lane  street  carrying  minor  traffic  volumes  to 
major  expressways  with  four  or  more  traffic  lanes.   Parking 
normally  should  not  be  permitted  on  major  thoroughfares. 


Idealized  Major  Thoroughfare  System 

A  coordinated  system  of  major  thoroughfares  forms  the 
basic  framework  of  the  urban  street  system.   A  major  thor- 
oughfare system  which  is  most  adaptable  to  desire  lines  of 
travel  within  an  urban  area  and  which  permits  movement 
between  various  areas  of  the  city  with  maximum  directness  is 
the  radial-loop  system.   This  system  consists  of  several 
functional  elements-radial  streets,  crosstown  streets,  loop 
system  streets,  and  bypasses  (Figure  1). 

Radial  streets  provide  for  traffic  movement  between 
points  located  in  the  outskirts  of  the  city  and  the  central 
area.   This  is  a  major  traffic  movement  in  most  cities,  and 
the  economic  strength  of  the  central  business  district  de- 
pends upon  the  adequacy  of  this  type  of  thoroughfare. 

If  all  radial  streets  crossed  in  the  central  area,  an 
intolerable  congestion  problem  would  result.   To  avoid  this 
problem,  it  is  very  important  to  have  a  system  of  crosstown 
streets  which  form  a  loop  around  the  central  business  dis- 
trict.  This  system  allows  traffic  moving  from  origins  on 


one  side  of  the  central  area  to  destinations  on  the  other  to 
follow  the  area's  border  and  allows  central  area  traffic  to 
circle  and  then  enter  the  area  near  a  given  destination. 
The  effect  of  a  good  crosstown  system  is  to  free  the  central 
area  of  crosstown  traffic,  thus  permitting  the  central  area 
to  function  more  adequately  in  its  role  as  a  pedestrian 
shopping  area. 

Loop  system  streets  move  traffic  between  suburban  areas 
of  the  city.   Although  a  loop  may  completely  encircle  the 
city,  a  typical  trip  may  be  from  an  origin  near  a  radial 
thoroughfare  to  a  destination  near  another  radial  thorough- 
fare.  Loop  streets  do  not  necessarily  carry  heavy  volumes 
of  traffic,  but  they  function  to  help  relieve  central  areas. 
There  may  be  one  or  more  loops,  depending  on  the  size  of  the 
urban  area,  and  they  are  generally  spaced  one-half  mile  to 
one  mile  apart,  depending  on  the  intensity  of  land  use. 

A  bypass  is  designed  to  carry  traffic  through  or  around 
the  urban  area,  thus  providing  relief  to  the  city  street 
system  by  removing  from  it  traffic  which  has  no  desire  to  be 
in  the  city.   Bypasses  are  usually  designed  to  through  high- 
way standards,  with  control  of  access.   Occasionally,  a 
bypass  with  low  traffic  volume  can  be  designed  to  function 
as  a  portion  of  an  urban  loop.   The  general  effect  of  bypasses 
is  to  expedite  the  movement  of  through  traffic  and  to  improve 
traffic  conditions  within  the  city.   By  freeing  the  local 
streets  for  use  by  shopping  and  home-to-work  traffic,  by- 
passes tend  to  increase  the  economic  vitality  of  the  local 
area. 


Application  of  Thoroughfare  Planning  Principles 

The  concepts  presented  in  the  discussion  of  operational 
efficiency,  system  efficiency,  functional  classification, 
and  idealized  major  thoroughfare  system  are  the  conceptual 
tools  available  to  the  transportation  planner  in  developing 
a  thoroughfare  plan.   In  actual  practice,  thoroughfare 
planning  is  done  for  established  urban  areas  and  is  constrained 
by  existing  land  use  and  street  patterns,  existing  public 
attitudes  and  goals,  and  current  expectations  of  future  land 
use.   Compromises  must  be  made  because  of  these  and  the  many 
other  factors  that  affect  major  street  locations. 

Throughout  the  thoroughfare  planning  process  it  is 
necessary  from  a  practical  viewpoint  that  certain  basic 
principles  be  followed  as  closely  as  possible.   These  princi- 
ples are  as  follows: 

1.    The  plan  should  be  derived  from  a  thorough  knowledge 
of  today's  travel  -  its  component  parts,  as  well 
as  the  factors  that  contribute  to  it,  limit  it, 
and  modify  it. 


Traffic  demands  must  be  sufficient  to  warrant  the 
designation  and  development  of  each  major  street. 
The  thoroughfare  plan  should  be  designed  to  accommo- 
date a  large  portion  of  all  major  traffic  movements 
on  a  relatively  few  streets. 

The  plan  should  conform  to  and  provide  for  the 
land  development  plan  of  the  area. 

Certain  considerations  must  be  given  to  urban 
development  beyond  the  current  planning  period. 
Particularly  in  outlying  or  sparsely  developed 
areas  which  have  development  potential,  it  is 
necessary  to  designate  thoroughfares  on  a  long-range 
planning  basis  to  protect  rights  of  way  for  future 
thoroughfare  development. 

While  being  consistent  with  the  above  principles 
and  realistic  in  terms  of  travel  trends,  the  plan 
must  be  economically  feasible. 


8 


III.   POPULATION,  LAND  USE,  AND  TRAFFIC 


Robersonville  is  the  second  largest  town  in  Martin 
County,  a  county  located  in  the  North-Central  Coastal  Plain. 
The  Town's  position  is  shown  in  Figure  2.   Robersonville  is 
a  residential  center  for  the  County  with  concentrations  of 
commercial  and  business  activities.   Its  economic  base  has 
been  in  the  past,  and  is  still  largely  agricultural  today. 

Population  Trends 

Robersonville  has  experienced  considerable  growth  up  to 
1960.   It  prospered  and  grew  with  the  introduction  of  agri- 
cultural products  to  the  area  such  as  tobacco,  peanuts,  and 
corn.   But  after  farming  became  established,  a  turn  about 
occurred,  and  a  downward  trend  in  Robersonville* s  population 
began.   New  farming  methods  and  equipment  were  developed 
that  lessened  the  amount  of  labor  force  needed.   In  both 
periods  from  1960  to  1970  and  from  1970  to  1980,  the  Township's 
population  decreased.   Contrariwise  the  Town's  population 
continued  to  increase  from  1960  to  1980,  but  the  percent 
increase  dropped  considerably  between  the  two  ten  year 
spans.   Because  the  Township's  population  decreased  and  the 
Town's  population  did  not,  much  of  the  Town's  population 
increase  could  be  attributed  to  annexation.   These  past 
populations  and  the  predicted  future  populations  are  given 
in  Table  1.   The  downward  trend  in  population  is  not  reflected 
in  the  projections  because  growth  is  expected  to  occur. 
Robersonville' s    public  services  and  general  environs  make 
it  a  very  desirable  location  for  industry  to  locate.   With 
new  industry  locating  in  Robersonville,  the  population  will 
increase. 


TABLE  1 


POPULATION  TRENDS  AND  PROJECTIONS 

FOR  ROBERSONVILLE,  N.  C. 

Martin 

Year 

Town 

Township 

County 

1960 

1684 

4876 

27,139 

1970 

1910 

4589 

24,730 

1980 

1981 

4501 

25,948 

1990 

2100 

4771 

27,245 

2000 

2226 

5057 

28,608 

2005 

2293 

5209 

29,323 

GEOGRAPHIC    LOCATION 
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Land  Use  Trends 

Land  use  is  an  important  aspect  in  traffic  generation. 
A  general  knowledge  of  land  use  is  essential  in  understanding 
traffic  patterns  and  desires. 

The  use  of  land  by  industry  and  wholesale  trade  are  the 
types  of  land  use  which  have  the  greatest  impacts  on  the 
traffic  through  and  about  Robersonville.   Truck  traffic 
serving  these  businesses,  such  as  the  tobacco  and  peanut 
warehouses,  the  redrying  plant,  and  other  processing  and 
manufacturing  companies  have  caused  congestion  in  the  areas 
of  NC  903  and  its  present  bypass.   Future  industrial  growth 
is  expected  in  Robersonville  and  will  most  likely  occur 
along  the  proposed  NC  903  bypass,  if  built,  and  along  US  64 
east  of  Town. 

Commercial  land  use  is  primarily  along  Main  and  Academy 
Streets.   Future  commercial  development  is  also  expected  to 
locate  on  Main  and  Academy  Streets  in  the  business  district. 

With  Robersonville  being  a  major  residential  center  for 
Martin  County,  it  is  understandable  that  a  major  portion  of 
the  land  within  the  town  limits  is  residential.   A  few  homes 
are  also  scattered  along  the  roads  radiating  out  from  the 
Town  in  the  agricultural  areas.   There  is  still  adequate 
land  within  the  town  limits  for  future  residential  development, 
so  it  is  unlikely  that  major  growth  will  begin  intruding 
into  the  agricultural  areas  within  this  planning  period. 

The  remaining  land  uses  included  various  areas  of 
public  land  use,  such  as  the  areas  occupied  by  churches, 
schools,  and  recreational  and  medical  facilities.   Future 
utilization  of  land  for  these  purposes  is  hard  to  predict. 

Traffic  Volume  Trends 

Figure  3  shows  1970,  1975,  1980,  and  projected  2005 
average  daily  traffic  (ADT)  in  terms  of  vehicles  per  day  for 
Robersonville' s  major  street  system.   The  ADT's  show  that 
traffic  has  been  increasing  consistently  over  the  years  with 
a  few  exceptions.   Counts  on  certain  facilities  decreased  in 
the  late  seventy's,  probably  a  result  of  the  gasoline  shortage 
at  that  time.   The  year  2005  projections  reflect  that  an  in- 
crease in  traffic  on  the  entire  system  is  expected  in  the 
future.   These  counts  were  based  on  anticipated  economic  and 
population  growth  in  the  Robersonville  area. 
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IV.   EXISTING  STREETS,  DEFICIENCIES,  AND  THOROUGHFARE  PLAN 

Existing  Major  Streets  and  Deficiencies 

Robersonville' s  major  street  system  consists  of  the 
crosstown  routes  NC  903  and  US  13-64,  and  several  radial 
roads  connecting  them  to  outlying  areas.   NC  903  provides 
north-south  movement  through  the  Town.   East-west  travel  is 
mainly  by  way  of  US  13-64.   Third  Street  (SR  1159),  a  facility 
functioning  as  a  radial,  can  also  carry  east-west  traffic 
through  the  Town.   No  problems  exist  on  either  of  these 
east-west  facilities,  except  on  the  truck  bypass  route  of 
NC  903  (not  shown  on  the  thoroughfare  plan).   This  route 
differs  from  NC  903  in  its  utilization  of  Academy  Street, 
Grimes  Street,  and  Third  Street.   A  considerable  amount  of 
congestion  due  to  through  traffic  is  occurring  on  this 
route,  mainly  in  the  vicinity  of  Third  and  Grimes  Streets. 
Although  US  13-64  has  sufficient  capacity  now,  it  could 
experience  some  congestion  problems  in  the  future.   The  year 
2000  projected  average  daily  traffic  counts  reflect  a  deficiency 
from  Roberson  Street  to  the  east  corporate  limits.   The 
proposed  new  alignment  of  US  64  should  remove  enough  traffic 
from  the  existing  route  to  make  widening  unnecessary. 

Traffic  Operation  Problems 

Basically  traffic  circulation  is  not  a  problem  in 
Robersonville,  except  on  the  previously  discussed  section  of 
Grimes  Street.   Truck  traffic  has  caused  congestion  on  the 
route,  especially  as  certain  intersections.   These  intersec- 
tions have  very  short  turning  radii,  which  can  cause  large 
trucks  to  utilize  the  entire  intersection  in  negotiating  a 
turn.   If  the  intersection  involves  a  major  thoroughfare,  it 
is  important  that  it  be  improved  to  eliminate  this  type  of 
disruption.   For  this  reason,  it  is  recommended  that  the 
turning  radii  of  the  Grimes  Street-Academy  Street  and  Main 
Street-Academy  Street  intersections  be  improved. 

Existing  Thoroughfare  Plan 

The  1970  Thoroughfare  Plan  shown  in  Figure  4  was  designed 
as  a  possible  solution  to  Robersonville' s  present  and  future 
traffic  needs.   This  plan  proposed  a  tentative  US  64  Bypass, 
a  better  horizontal  alignment  for  SR  1300,  a  connector 
joining  Fredjoby  Street  with  Cochran  Street,  and  an  extension 
of  Nelson  Street. 

Since  the  delineation  of  the  1970  plan,  none  of  the 
proposals  have  been  constructed.   A  detailed  study  has  been 
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done  on  the  US  64  Bypass,  and  a  more  definite  alignment  has 
been  determined.   In  reviewing  the  other  proposals,  no 
conflicts  were  found,  but  new  proposals  could  be  made  which 
would  better  utilize  the  existing  street  system. 

The  basic  major  thoroughfare  network  on  the  plan  really 
needs  no  changes,  as  long  as  the  aforementioned  truck  traffc 
problem  and  Academy  Street  deficiency  are  delt  with. 
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RECOMMENDATIONS 


The  following  proposed  thoroughfare  system  for  Roberson- 
ville  is  shown  in  Figure  5. 


Major  Thoroughfare  System 

The  Robersonville  major  thoroughfare  system  is  composed 
of  crosstown  routes,  radial  thoroughfares,  and  bypasses.   The 
following  existing  streets  and  proposals  are  classified 
accordingly. 

Crosstown  System: 

(1)  Academy  Street  is  an  east-west  facility  functioning  as 
US  13-64  through  Town.   By  the  year  2005  a  capacity 
deficiency  is  expected  on  the  section  from  Roberson 
Street  to  the  east  corporate  limits.   The  addition  of 
the  proposed  US  64  Bypass  to  the  system  should  remove  a 
substantial  amount  of  traffic  from  this  facility. 
Widening  should  not  be  necessary. 

(2)  Main  Street  provides  north-south  access  through  Roberson- 
ville as  NC  903.   It  is  recommended  that  this  facility 
continue  to  be  utilized  as  NC  903,  but  that  it  be 
designated  a  business  route  with  the  completion  of  the 
proposed  NC  903  Bypass. 

Radial  System: 

(1)  Roberson  Street  and  SR  1300  act  as  a  radial  providing 
access  from  Academy  Street  directly  south  to  Third 
Street  and  northwest  to  outlying  areas .   A  direct 
routing  of  the  northwest  section  is  proposed  to  eliminate 
poor  horizontal  alignment. 

(2)  Third  Street  (SR  1159)  radiates  out  from  Main  Street  to 
the  east  and  west,  serving  both  Roberson  Street  and  the 
proposed  NC  903  Bypass,  and  continuing  out  in  both 
directions  to  provide  access  to  outlying  areas  southwest 
and  east  of  Robersonville. 

Bypass  System: 

(1)   NC  903  Bypass  utilizes  SR  1150  (presently  an  unpaved 
road)  with  its  extension  north  to  the  Business  route 
(Main  Street)  above  the  corporate  limits.   This  facility 
is  desirable  because  it  would  provide  a  means  of  north- 
south  travel  through  the  Robersonville  area  without 
entering  the  town  business  district.   The  implementation 
of  this  bypass  would  alleviate  the  downtown  congestion 
of  through  traffic  on  the  truck  bypass  route  of  NC  903 
utilizing  Grimes  Street. 
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(2)  US  64  Bypass  is  the  proposal  previously  mentioned  which 
would  take  a  substantial  amount  of  the  US  13-64  traffic 
off  of  Academy  Street.   This  would  eliminate  the  capacity 
problem  expected  on  a  portion  of  Academy  Street  while 
providing  convenient  east-west  access  north  of  Roberson- 
ville's  corporate  limits. 

Minor  Thoroughfares 

The  following  minor  thoroughfares  are  included  in  the 
recommended  thoroughfare  plan.   They  supplement  the  major 
thoroughfare  system  by  facilitating  minor  through  movement 
and  collecting  traffic  from  local  access  streets  and  carrying 
it  to  the  major  thoroughfare  system. 

(1)  Cochran  Street  connected  with  Nelson  Road  will  be  a 
facility  providing  a  means  to  cross  the  railroad  at  the 
east  town  limits.   In  the  process,  it  will  access 
Academy  Street  (US  13-64)  and  serve  northeast  Roberson- 
ville. 

(2)  Dell  Street  provides  access  between  SR  1400  and  Main 
Street  (NC  903  Business).   Its  proposed  extension  west 
would  serve  an  undeveloped  area  through  to  SR  1300 
(Roberson  Street) . 

(3)  SR  1400  connects  the  other  minor  thoroughfares  with 
outlying  north-east  areas.   Upon  completion  of  the  two 
proposed  bypasses,  this  route  will  provide  access  to 
both. 


Design  Requirements 

Since  design  requirements  for  thoroughfares  vary  according 
to  the  desired  capacity  and  level  of  services  to  be  provided, 
universal  standards  in  the  design  of  thoroughfares  are  not 
practical.   Each  street  section  must  be  individually  analyzed 
and  its  design  requirements  determined  on  the  basis  of 
amount  and  type  of  projected  traffic,  existing  capacity, 
desired  level  of  services,  and  available  right-of-way. 

Typical  cross  section  recommendations  are  shown  in 
Figure  6.   Cross  section  "A"  is  typical  for  controlled  ac- 
cess freeways.   The  46  foot  grassed  median  is  the  minimum 
desirable  median  width,  but  there  could  be  some  variation 
from  this  depending  upon  design  considerations.   Slopes  of 
8:1  into  3  foot  drainage  ditches  are  desirable  for  traffic 
safety.   Right-of-way  requirements  would  typically  vary  up- 
ward from  250  feet  depending  upon  cut  and  fill  requirements. 

Cross  section  "B"  is  typical  for  four  lane  divided 
highways  in  rural  areas  which  may  have  only  partial  or  no 
control  of  access.   The  minimum  median  width  for  this  cross 
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section  is  30  feet,  but  a  wider  median  is  desirable.   Design 
requirements  for  slopes  and  drainage  would  be  similar  to 
cross  section  "A" ,  but  there  may  be  some  variation  from  this 
depending  upon  right-of-way  constraints. 

Cross  section  "C",  seven  lane  urban,  and  cross  section 
"D",  five  lane  urban,  are  typical  for  major  thoroughfares 
where  frequent  left  turns  are  anticipated  as  a  result  of 
abutting  development  or  frequent  street  intersections . 

Cross  sections  "E"  and  "F"  are  used  on  major  thorough- 
fares where  left  turns  and  intersecting  streets  are  not  as 
frequent.   Left  turns  would  be  restricted  to  a  few  selected 
intersections . 

Cross  section  "G"  is  recommended  for  urban  boulevards 
or  parkways  to  enhance  the  urban  environment  and  to  improve 
the  compatibility  of  major  thoroughfares  with  residential 
areas.   A  minimum  median  width  of  24  feet  is  recommended 
with  30  feet  being  desirable. 

Typical  cross  section  "H"  is  recommended  for  those  road 
segments  with  minimal  mid-block  turning  movements  and  restricted 
right-of-way,  where  traffic  projections  indicate  a  need  for 
a  multi-lane  cross  section.   An  additional  left  turn  lane 
will  probably  be  required  at  major  intersections. 

Thoroughfares  which  are  proposed  to  function  as  one-way 
traffic  carriers  would  typically  use  cross  section  "I". 
Cross  section  "J"  and  "K"  are  usually  recommended  for  minor 
throughfares  since  these  facilities  usually  serve  both  land 
service  and  traffic  service  functions.   Cross  section  "J" 
would  be  used  on  those  minor  throughfares  where  parking  on 
both  sides  is  needed  as  a  result  of  more  intense  development. 

Cross  section  "L"  is  used  in  rural  areas  or  for  staged 
construction  of  a  wider  multilane  cross  section.   On  some 
thoroughfares  projected  traffic  volumes  may  indicate  that 
two  travel  lanes  will  adequately  serve  travel  for  a  consider- 
able period  of  time. 

The  curb  and  gutter  urban  cross  sections  all  illustrate 
the  sidewalk  adjacent  to  the  curb  with  a  buffer  or  utility 
strip  between  the  sidewalk  and  the  minimum  right-of-way 
line.   This  permits  adequate  setback  for  utility  poles.   If 
it  is  desired  to  move  the  sidewalk  further  away  from  the 
street  to  provide  additional  separation  for  pedestrains  or 
for  aesthetic  reasons,  additional  right-of-way  must  be 
provided  to  insure  adequate  setback  for  utility  poles. 

Right-of-ways  shown  for  the  typical  cross  sections  are 
the  minimum  rights-of-way  required  to  contain  the  street, 
sidewalks,  utilities,  and  drainage  facilities.   Cut  and  fill 
requirements  may  require  either  additional  right-of-way  or 
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construction  easements.   Obtaining  construction  easements  is 
becoming  the  more  common  practice  for  urban  thoroughfare 
construction. 

If  there  is  sufficient  bicycle  travel  along  the  thorough- 
fare to  justify  a  bicycle  lane  or  bikeway,  additional  right-of 
-way  may  be  required  to  contain  the  bicycle  facilities.   The 
North  Carolina  Bicycle  Facility  and  Program  Handbook  should 
be  consulted  for  design  standards  for  bicycle  facilities. 

Recommended  cross  sections  for  Robersonville  Thoroughfares 
are  listed  in  Appendix  A.   Also  included  in  Appendix  A  are 
ultimate  recommendations  which  are  given  in  parenthesis. 
This  means  that  although  the  facility  is  considered  adequate 
from  a  capacity  standpoint  and  functional  for  the  design 
period,  the  operational  characteristics  make  improvements 
desirable  in  the  future. 


Construction  Priorities  and  Cost  Estimates 


Recommended  priorities  for  construction  and  their 
estimated  costs  are  shown  in  Table  2 .   Priorities  are  primari- 
ly based  on  present  and  anticipated  needs.   Since  conditions 
are  constantly  changing,  the  priorities  should  be  reevaluated 
prior  to  construction. 


2 
The  North  Carolina  Bicycle  Facility  and  Program  Handbook, 

Barton-Aschman  Associates,  Inc.,  April,  1975. 
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TABLE    2 


CONSTRUCTION  PRIORITIES 

Recommended 

Cost 

Estimates 

Route  &  Section 

Cross  Section 

($1000) 

Constr 

ROW  TOTAL 

PRIORITY  ONE: 

1.   US  64  Bypass 

B 

3300 

300   3600 

2.   NC  903  Bypass 

L 

850 

100    950 

PRIORITY  TWO: 

1.   Cochran  Street-Nelson  Road 

Connector 

K 

50 

50 

2.   Dell  Street  Extension 

K 

90 

90 

PRIORITY  THREE: 

1.   SR  1300  (realignment) 

L 

290 

30     320 
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VI .   IMPLEMENTATION 

State  and  Municipal  Adoption  of  the  Thoroughfare  Plan 

Chapter  136,  Article  3A,  Section  136-66.2  of  the  General 
Statutes  of  North  Carolina  provides  that  after  development 
of  a  thoroughfare  plan,  the  plan  may  be  adopted  by  the 
governing  body  of  the  municipality  and  the  Board  of  Transpor- 
tation as  the  basis  for  future  street  and  highway  improvements. 
After  mutual  adoption,  negotiations  will  begin  to  determine 
which  of  the  existing  and  proposed  thoroughfares  will  be  a 
Board  of  Transportation  responsibility  and  which  will  be  a 
municipal  responsibility.   Facilities  which  are  designated  a 
State  responsibility  will  be  constructed  and  maintained  by 
the  Division  of  Highways;  however,  the  municipality  will 
share  in  the  right-of-way  costs  with  the  municipality's 
share  of  the  cost  to  be  determined  at  time  of  construction. 

Chapter  136,  Article  3A,  Section  136-66.1  of  the  General 
Statutes  provides  guidance  in  the  delineation  of  responsibili- 
ties.  In  summary,  these  statutes  provide  that  the  Department 
of  Transportation  shall  be  responsible  for  those  facilities 
which  serve  volumes  of  through  traffic  and  traffic  from  out- 
side the  area  to  major  business,  industrial,  governmental 
and  institutional  destinations  located  inside  the  municipality. 
The  municipality  is  responsible  for  those  facilities  which 
serve  primarily  internal  travel. 

There  are  several  tools  which  are  available  for  im- 
plementation of  the  thoroughfare  plan.   They  are  as  follows: 

Subdivision  Control 

A  subdivision  ordinance  requires  that  every  subdivider 
submit  to  the  Town  Planning  Commission  a  plot  of  his  proposed 
subdivision.   Certain  standards  must  be  met  by  the  developer 
before  he  can  be  issued  a  building  permit  to  construct  his 
development.   Through  this  process,  it  is  possible  to  reserve 
or  protect  the  necessary  rights  of  way  for  projected  streets 
which  are  a  part  of  the  thoroughfare  plan  and  to  require 
street  construction  in  accordance  with  the  plan. 

The  proposed  connectors  and  extensions  in  this  plan  can 
be  constructed  in  this  way.   Recommended  standards  and 
definitions  for  a  subdivision  ordinance  are  included  in 
Appendix  B.   It  is  recommended  that  the  Robersonville  Ordinances 
be  reviewed  with  respect  to  the  recommendations  in  this 
Appendix . 
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Zoning 

A  zoning  ordinance  can  be  beneficial  to  thoroughfare 
planning  in  that  planned  locations  of  various  land  uses  and 
planned  densities  of  dwellings  can  be  realized.   This  pro- 
vides a  degree  of  stability  on  which  to  make  future  traffic 
projections  and  to  plan  streets  and  highways. 

Other  benefits  of  a  good  zoning  ordinance  are:   (1)  the 
establishment  of  standards  of  development  which  will  aid 
traffic  operations  on  major  thoroughfares,  (2)  the  mini- 
mization of  strip  commercial  development  which  creates  traf- 
fic friction  and  increases  the  traffic  accident  potential; 
and  (3)  the  requirement  for  provision  of  off-street  parking 
by  new  developers  with  the  purpose  of  eventually  prohibiting 
all  curb  parking  on  major  thoroughfares. 

Zoning  ordinances  should  be  enacted  to  control  strip 
development  along  the  major  traffic  carrying  thoroughfares. 
Consideration  should  be  given  to  help  control  future  strip 
developments  along  Academy  Street  (US  13-64)  and  possibly 
the  proposed  NC  903  Bypass. 


Official  Street  Map 

A  municipality  may,  through  special  enabling  legisla- 
tion, adopt  an  official  street  map  which  indicates  both 
existing  and  future  street  lines.   No  new  construction  or 
reconstruction  of  structures  would  be  permitted  within  the 
designated  future  street  lines.   This  would,  over  a  period 
of  time,  reduce  the  cost  of  additional  right  of  way  along 
densely  developed  thoroughfares  which  will  require  widening 
at  some  time. 


Urban  Renewal 

Urban  renewal  could  also  be  instrumental  in  carrying 
out  recommendations  in  the  plan.   Urban  renewal  is  the  term 
used  to  describe  the  removal  of  blight  in  cities.   A  road 
system  can  be  improved  along  with  the  restoration  of  an 
area. 

The  urban  renewal  program  is  carried  out  under  the 
framework  of  the  Federal  Housing  Act  of  1954,  as  amended, 
and  consists  of  a  three-fold  attack  on  blight.   It  calls  for 
the  conservation  of  desirable  areas  of  the  cities,  rehabilita- 
tion of  declining  areas,  and  for  the  clearance  of  slum  areas 
so  that  they  may  be  redeveloped  to  acceptable  standards.   If 
a  municipality  meets  the  requirements  of  a  master  plan, 
appropriate  codes  and  ordinances,  and  citizen  participation, 
it  may  obtain  assistance  in  such  a  program  from  the  Federal 
Government  with  the  Government  paying  three- fourths  of  the 
cost  of  the  project. 
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Capital  Improvements  Program 

One  of  the  tools  which  makes  it  easier  to  build  a 
planned  thoroughfare  system  is  a  capital  improvements  program. 
This  is  a  long  range  plan  for  the  spending  of  money  on 
street  improvements,  acquisition  of  rights-of-way,  and  other 
capital  improvements  within  the  bounds  of  projected  revenues. 
Municipal  funds  should  be  available  for  construction  of 
street  improvements  which  are  a  municipal  responsibility, 
right  of  way  cost  sharing  on  facilities  designated  a  Division 
of  Highways  responsibility,  and  advance  purchase  of  right  of 
way  where  such  action  is  required. 

LCM/dc 
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APPENDIX    A  TABLE    1 

THOROUGHFARE    PLAN    STREET    TABULATION    AND    RECOMMENDATIONS 
**w****^  *****************************************  ***************************** 

*  *       EXISTING         *  *  *    RECOMMENDED    * 
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APPENDIX  B 

RECOMMENDED  DEFINITIONS  AND  DESIGN  STANDARDS 
FOR  SUBDIVISION  ORDINANCES 


DEFINITIONS : 

I .   Streets  and  Roads : 

A.  Rural  Roads 

1 .  Principal  Arterial  -  A  rural  link  in . a  network 
of  continuous  routes  serving  corridor  movements 
having  trip  length  and  travel  density  character- 
istics indicative  of  substantial  statewide  or 
interstate  travel  and  existing  solely  to 

serve  traffic.  This  network  would  consist  of 
Interstate  routes  and  other  routes  designated 
as  principal  arterials. 

2.  Minor  Arterial  -  A  rural  link  in  a  network 
joining  cities  and  larger  towns  and  providing 
intrastate  and  intercounty  service  at  rela- 
tively high  overall  travel  speeds  with  mini- 
mum interference  to  through  movement. 

3.  Major  Collector  -  A  road  which  serves  major 
mtracounty  travel  corridors  and  traffic  gen- 
erators and  provides  access  to  the  Arterial 
system . 

4.  Minor  Collector  -  A  road  which  provides  ser- 
vice  to  small  local  communities  and  links  the 
locally  important  traffic  generators  with 
their  rural  hinterland. 

5.  Local  Road  -  A  local  road  that  serves  primarily 
to  provide  access  to  adjacent  land  and  for 
travel  over  relatively  short  distances. 

B.  Urban  Streets 

1.   Major  Thoroughfares  -  Major  thoroughfares 

consist  of  Interstate,  other  freeway,  express- 
way, or  parkway  links,  and  major  streets  that 
provide  for  the  expeditious  movement  of  high 
volumes  of  traffic  within  and  through  urban 
areas. 
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2.  Minor  Thoroughfares  -  Minor  thoroughfares  are 
important  streets  in  the  city  system  and  per- 
form the  function  of  collecting  traffic  from 
local  access  streets  and  carrying  it  to  the 
major  thoroughfare  system.  Minor  thoroughfares 
may  be  used  to  supplement  the  major  thorough- 
fare system  by  facilitating  a  minor  through- 
traffic  movement  and  may  also  serve  abutting 
property. 

3 .  Local  Street  -  A  local  street  is  any  link  not 
on  a  higher-order  urban  system  and  serves 
primarily  to  provide  direct  access  to  abutting 
land  and  access  to  higher  systems. 

C.   Specific  Type  Rural  or  Urban  Streets 

1.  Freeway,  expressway,  or  parkway  -  Divided 
multilane  roadways" designed  to  carry  large 
volumes  of  traffic  at  relatively  high  speeds. 
A  freeway  is  a  divided  highway  providing  for 
continuous  flow  of  vehicles  with  no  direct 
access  to  abutting  property  or  streets  and 
with  access  to  selected  crossroads  provided 
via  connecting  ramps.  An  expressway  is  a 
divided  highway  with  full  or  partial  control 
of  access  and  generally  with  grade  separations 
at  major  intersections.  A  parkway  is  a 
highway  for  noncommercial  traffic,  with  full 
or  partial  control  of  access,  and  usually 
located  within  a  park  or  a  ribbon  of  parklike 
development. 

2.  Residential  Collector  Street  -  A  local  access 
street  which  serves  as  a  connector  street  be- 
tween local  residential  streets  and  the  thor- 
oughfare system.  Residential  collector 
streets  typically  collect  traffic  from  100  to 
400  dwelling  units. 

3.  Local  Residential  Street  -  Cul-de-sacs,  loop 
streets  less  than  2,500  feet  in  length,  or 
streets  less  than  one  mile  in  length  that  do 
not  connect  thoroughfares,  or  serve  major 
traffic  generators,  and  do  not  collect  traffic 
from  more  than  100  dwelling  units. 

4.  Cul-de-sac  -  A  short  street  having  but  one 
end  open  to  traffic  and  the  other  end  being 
permanently  terminated  and  a  vehicular  turn 
around  provided. 
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5.  Frontage  Road  -  A  local  street  or  road  that 
is  parallel  to  a  full  or  partial  access  con- 
trolled facility  and  functions  to  provide  ac- 
cess to  adjacent  land. 

6.  Alley  -  A  strip  of  land,  owned  publicly  or 
privately,  set  aside  primarily  for  vehicular 
service  access  to  the  back  side  of  properties 
otherwise  abutting  on  a  street. 

I I .  Property 

A.  Building  Setback  Line  -  A  line  parallel  to  the 
street  in  front  of  which  no  structure  shall  be 
erected. 

B.  Easement  -  A  grant  by  the  property  owner  for  use 
by  the  public,  a  corporation,  or  person(s),  of  a 
strip  of  land  for  a  specific  purpose. 

C.  Lot  -  A  portion  of  a  subdivision,  or  any  other 
parcel  of  land,  intended  as  a  unit  for  transfer  of 
ownership  or  for  development  or  both.  The  word 
"lot"  includes  the  words  "plat"  and  "parcel". 

1.  Corner  Lot  -  A  lot  abutting  upon  two  streets 
at  their  intersection . 

2.  Double-Frontage  Lot  -  A  continuous  (through) 
lot  which  is  accessible  from  both  of  the  par- 
allel streets  upon  which  it  fronts. 

3.  Reverse-Frontage  Lot  -  A  continuous  (through) 
lot  which  is  accessible  from  only  one  of  the 
parallel  streets  upon  which  it  fronts. 

III.  Subdivision 

A.  Sub divider  -  Any  person,  firm,  corporation  or 
official  agent  thereof,  who  subdivides  or  develops 
any  land  deemed  to  be  a  subdivision. 

B.  Subdivision  -  All  divisions  of  a  tract  or  parcel 
of  land  into  two  or  more  lots,  building  sites,  or 
other  divisions  for  the  purpose,  whether  immediate 
or  future,  of  sale  or  building  development,  and 
all  divisions  of  land  involving  the  dedication  of 
a  new  street  or  a  change  in  existing  streets; 
provided,  however,  that  the  following  shall  not  be 
included  within  this  definition  nor  subject  to 
these  regulations:   (1)  the  combination  or  recombi- 
nation of  portions  of  previously  platted  lots 
where  the  total  number  of  lots  is  not  increased 
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and  the  resultant  lots  are  equal  to  or  exceed  the 
standards  contained  herein;  (2)  the  division  of 
land  into  parcels  greater  than  five  acres  where  no 
street  right-of  way  dedication  is  involved;  (3) 
the  public  acquisition  by  purchase  of  strips  of 
land  for  the  widening  or  opening  of  streets;  (4) 
the  division  of  a  tract  in  single  ownership  whose 
entire  area  is  no  greater  than  two  acres  into  not 
more  than  three  lots,  where  no  street  right-of-way 
dedication  is  involved  and  where  the  resultant 
lots  are  equal  to  or  exceed  the  standards  contained 
herein. 

C.  Dedication  -  A  gift,  by  the  owner,  of  his  property 
to  another  party  without  any  consideration  being 
given  for  the  transfer.   Since  a  transfer  of  pro- 
perty is  involved,  the  dedication  is  made  by  writ- 
ten instrument  and  is  completed  with  an  acceptance. 

D.  Reservation  -  A  reservation  of  land  does  not 
involve  any  transfer  of  property  rights.   It 
simply  constitutes  an  obligation  to  keep  property 
free  from  development  for  a  stated  period  of  time. 
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Design  Standards 

I .   Streets  and  Roads : 

The  design  of  all  streets  and  roads  within       

shall  be  in  accordance  with  the  accepted  policies  of  the 
North  Carolina  Department  of  Transportation,  Division  of 
Highways,  as  taken  or  modified  from  the  American  Association 
of  State  Highway  Officials'  (AASHO)  manuals. 

The  provision  of  street  rights-of-way  shall  conform  and 

meet  the  requirements  of  the  thoroughfare  plan  for 

as  adopted  by  the and  the  North  Carolina 

Department  of  Transportation. 

The  proposed  street  layout  shall  be  coordinated  with 
the  existing  street  system  of  the  surrounding  area.  Normally 
the  proposed  streets  should  be  the  extension  of  existing 
streets  if  possible. 

The  urban  planning  area  shall  consist  of  that  area 
within  the  urban  planning  boundary  as  depicted  on  the  mutually 

adopted    Thoroughfare  Plan.  The  rural  planning 

area  shall  be  that  area  outside  the  urban  planning  boundary. 

A.   Right-of-Way  Widths:  Right-of-way  widths  shall 
not  be  less  than  the  following  and  shall  apply 
except  in  those  cases  where  right-of-way  requirements 
have  been  specifically  set  out  in  the  Thoroughfare 
Plan. 

Min.  Right  of  Way,  Ft. 

1 .   Rural 


a. 

Principal  Arterial 

Freeways 

350 

Other 

200 

b. 

Minor  Arterial 

100 

c. 

Major  Collector 

100 

d. 

Minor  Collector 

100 

e. 

Local  Road 

*60 

*The  desirable  minimum  right-of-way  is  60  feet.   If 
curb  and  gutter  is  provided,  50  feet  of  right-of-way  is 
adequate  on  local  residential  streets. 
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Mill.   Right  of  Way,    Ft. 
2 .        Urban 

a.  Major  Thoroughfare  Other 

than  Freeway  and 

Expressway  90 

b.  Minor  Thoroughfare  70 

c.  Local  Street  *60 

d.  Cul-de-sac  **Variable 

The  subdivider  will  only  be  required  to  dedicate  a 
maximum  of  100  feet  of  right-of-way.   In  cases  where  over 
100  feet  of  right-of-way  is  desired,  the  subdivider  will  be 
required  only  to  reserve  the  amount  in  excess  of  100  feet. 
In  all  cases  in  which  right-of-way  is  sought  for  an  access 
controlled  facility,  the  subdivider  will  only  be  required  to 
make  a  reservation. 

A  partial  width  right-of-way,  not  less  than  sixty  (60) 
feet  in  width,  may  be  dedicated  when  adjoining  undeveloped 
property  that  is  owned  or  controlled  by  the  subdivider; 
provided  that  the  width  of  a  partial  dedication  be  such  as 
to  permit  the  installation  of  such  facilities  as  may  be  nec- 
essary to  serve  abutting  lots.  When  the  said  adjoining 
property  is  subdivided,  the  remainder  of  the  full  required 
right-of-way  shall  be  dedicated. 

B.   Street  Widths;  Widths  for  street  and  road  classi- 
fications other  than  local  shall  be  as  required  by 
the  Thoroughfare  Plan.  Width  of  local  roads  and 
streets  shall  be  as  follows: 

1.   Local  Residential 

Curb  and  gutter  section  26  feet, 

to  face  of  curb 
Shoulder  section  -  20  feet  to  edge  of 

pavement,  4  foot  shoulders 


*The  desirable  minimum  right-of-way  is  established  as 
60  feet.   If  curb  and  gutter  is  provided,  50  feet  of  right- 
of-way  is  adequate. 

**The  right-of-way  dimension  will  depend  on  radius  used 
for  vehicular  turn-around.  Distance  from  edge  of  pavement 
of  turn  around  to  right-of-way  should  not  be  less  than  dis- 
tance from  edge  of  pavement  to  right-of-way  on  street  ap- 
proaching turn-around. 
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2.   Residential  Collector 

Curb  and  gutter  section  34  feet,  face 

to  face  of  curb 
Shoulder  Section  20  feet  to  edge  of 

pavement,  6  foot  shoulders 

C.   Geometric  Characteristics :   The  standards  outlined 
below  shall  apply  to  all  subdivision  streets 
proposed  for  addition  to  the  State  Highway  System 
or  Municipal  Street  System.   In  cases  where  a 
subdivision  is  sought  adjacent  to  a  proposed 
thoroughfare  corridor,  the  requirements  of  dedica- 
tion and  reservation  discussed  under  Right-of-Way 
shall  apply. 

1.   Design  Speed 

The  design  speeds  for  subdivisions  type  streets 
shall  be: 

Desirable        (Minimum) 

Level  Rolling  Mountainous 


Rural 

Minor  Collector  Roads 

60 

(50) 

(40) 

(30) 

Local  Roads  including 

50 

(50)* 

(40)* 

(30)* 

Residential  Collectors 
and  Local  Residential 

Urban 


Major  Thoroughfares 
Other  than  Freeway  or 
Expressway 

60 

(50) 

(50) 

(50) 

Minor  Thoroughfares 

60 

(50) 

(40) 

(40) 

Local  Streets 

40 

(40)** 

(30)** 

(20)** 

*Based  on  projected  annual  average  daily  traffic  of 
400-750.   In  cases  where  road  will  serve  a  very  limited  area 
and  small  number  of  dwelling  units,  minimum  design  speeds 
can  be  reduced  further. 

**Based  on  projected  annual  average  daily  traffic  of 
50-250. 
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2.   Maximum  and  Minimum  Grades 

a.   The  maximum  grades  in  percent  shall  be: 


Design  Speed 

Level 

Rolling 

Mountainous 

60 

3 

4 

6 

50 

4 

5 

7 

40 

5 

6 

8 

30 

9 

10 

20 

12 

b.  A  minimum  grade  for  curbed  streets 
normally  should  not  be  less  than  0.5%,  a 
grade  of  0.35%  may  be  allowed  where 
there  is  a  high  type  pavement  accurately 
crowned  and  in  areas  where  special 
drainage  conditions  may  control. 

c.  Grades  for  100  feet  each  way  from  inter- 
sections should  not  exceed  5%. 

d.  For  streets  and  roads  with  projected 
annual  average  daily  traffic  less  than 
250,  short  grades  less  than  500  feet 
long,  may  be  150%  greater. 

3.   Minimum  Sight  Distances 

In  the  interest  of  public  safety,  no  less 
than  the  minimum  sight  distance  applicable  shall 
be  provided  in  every  instance.  Vertical  curves 
that  connect  each  change  in  grade  shall  be  provided 
and  calculated  using  the  following  parameters. 
(General  practice  calls  for  vertical  curves  to  be 
multiples  of  50  feet.   Calculated  lengths  shall  be 
rounded  up  in  each  case ) : 
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Design  Speed,  MPH 

Stopping  Sight  Distance  - 
Min.  Distance,  Ft. 
Des.  Distance,  Ft. 

Min.  K*  Value  For: 


20 


30 


40 


50 


60 


150   200   275   350   475 
150    200    300   450    650 


Min. 

Crest  Curve 

16 

28 

55 

85 

160 

Des. 

Crest  Curve 

16 

28 

65 

145 

300 

Min. 

SAG  Curve 

24 

35 

55 

75 

105 

Des. 

SAG  Curve 

24 

35 

60 

100 

155 

Passing  Sight  Distance  - 

Min.  Passing  Distance, 
Feet  (2  lane) 
Min.  K*  Value  For  Crest 
Vertical  Curve 


1100   1500   1800   2100 
365   686   985   1340 


Sight  distance  provided  for  stopped  vehicles 
at  intersections  should  be  in  accordance  with,  "A 
Policy  on  Geometric  Design  of  Rural  Highways". 

4.   The  following  table  shows  the  maximum  degree 
of  curve  and  related  maximum  superelevation 
for  design  speeds.  The  maximum  rate  of 
roadway  superelevation  (e)  for  rural  roads 
wth  no  curb  and  gutter  is  .08.  The  maximum 
rate  of  superelevation  for  urban  streets  with 
curb  and  gutter  is  .06  with  .04  being  desirable 


*K  is  a  coefficient  by  which  the  algebraic  difference 
in  grade  may  be  multiplied  to  determine  the  length  in  feet 
of  the  vertical  curve  which  will  provide  minimum  sight 
distance . 
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Minimum 

Maximum  Degree 

Radius 

of  Curve 

Design  Speed 

Maximum 

(Rounded) 

(Rounded) 

MPH 

e* 

Feet 

Degrees 

20 

.04 

125 

45.0 

30 

.04 

300 

19.0 

40 

.04 

560 

10.0 

50 

.04 

925 

6.0 

60 

.04 

1410 

4.0 

20 

.06 

115 

50.0 

30 

.06 

275 

21.0 

40 

.06 

510 

11.5 

50 

.06 

830 

7.0 

60 

.06 

1260 

4.5 

20 

.08 

110 

53.5 

30 

.08 

250 

23.0 

40 

.08 

460 

12.5 

50 

.08 

760 

7.5 

60 

.08 

1140 

5.0 

*e  =  rate  of  roadway  superelevation,  foot  per  foot 
D.   I nter s ecti ons 

1.  Streets  shall  be  laid  out  so  as  to  intersect 
as  nearly  as  possible  at  right  angles,  and  no 
street  should  intersect  any  other  street  at 
an  angle  less  than  sixty  (60)  degrees. 

2.  Property  lines  at  intersections  should  be  set 
so  that  the  distance  from  the  edge  of  pavement, 
of  the  street  turnout,  to  the  property  line 
will  be  at  least  as  great  as  the  distance 
from  the  edge  of  pavement  to  the  property 
line  along  the  intersecting  streets.  This 
property  line  can  be  established  as  a  radius 
or  as  a  sight  triangle.  Greater  offsets  from 
the  edge  of  pavement  to  the  property  lines 
will  be  required,  if  necessary,  to  provide 
sight  distance  for  the  stopped  vehicle  on  the 
side  street. 

3 .  Off-set  intersections  are  to  be  avoided 
unless  exception  is  granted  by  the  Divison  of 
Highways  for  intersections  involving  the 
State  Highway  System,  or  the  Planning  Board 
for  intersections  involving  only  the  municipal 
street  system.   Intersections  which  cannot  be 
aligned  should  be  separated  by  a  minimum 
length  of  200  feet  between  survey  centerlines. 
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E.  Cul-de-sacs 

Cul-de-sacs,  unless  exception  is  granted  by  the 
local  planning  board,  shall  not  be  more  than  five 
hundred  (500)  feet  in  length.  The  distance  from  the 
edge  of  pavement  on  the  vehicular  turnaround  to  the 
right-of-way  line  should  not  be  less  than  the  distance 
from  the  edge  of  pavement  to  right-of-way  line  on  the 
street  approaching  the  turn-around.  Cul-de-sacs  should 
not  be  used  to  avoid  connection  with  an  existing  street 
or  to  avoid  the  extension  of  an  important  street. 

F.  Alleys 

1.  Alleys  shall  be  required  to  serve  lots  used 
for  commercial  and  industrial  purposes  except 
that  this  requirement  may  be  waived  where 
other  definite  and  assured  provision  is  made 
for  service  access. 

Alleys  shall  not  be  provided  in  residential 
subdivisions  unless  necessitated  by  unusual 
circumstances . 

2.  The  width  of  an  alley  shall  be  at  least 
twenty  (20)  feet. 

3.  Dead-end  alleys  shall  be  avoided  where  possible, 
but  if  unavoidable,  shall  be  provided  with 
adequate  turn-around  facilities  at  the  dead-end 
as  may  be  approved  by  the  Planning  Board. 

4.  Sharp  changes  in  alignment  and  grade  shall  be 
avoided. 

G.  Permits  For  Connection  To  State  Roads 

An  approved  permit  is  required  for  connection  to 
any  existing  state  system  road.  This  permit  is  required 
prior  to  any  construction  on  the  street  or  road.  The 
application  is  available  at  the  office  of  the  nearest 
District i Engineer  of  the  Divison  of  Highways. 

H.   Offsets  To  Utility  Poles 

Poles  for  overhead  utilities  should  be  located 
clear  of  roadway  shoulders,  preferably  a  minimum  of  at 
least  30  feet  from  the  edge  of  pavement.   On  streets 
with  curb  and  gutter,  utility  poles  shall  be  set  back  a 
minimum  distance  of  6  feet  from  the  face  of  curb. 
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I .   Wheel  Chair  Ramps 

In  accordance  with  Chapter  136,  Article  2A,  S136-44.14, 
all  street  curbs  in  North  Carolina  being  constructed  or 
reconstructed  for  maintenance  purposes,  traffic  operations, 
repairs,  correction  of  utilities,  or  altered  for  any 
reason  after  September  1,  1973,  shall  provide  wheelchair 
ramps  for  the  physically  handicapped  at  all  intersections 
where  both  curb  and  gutter  and  sidewalks  are  provided 
and  at  other  major  points  of  pedestrian  flow. 

Wheelchair  ramps  and  depressed  curbs  shall  be 
constructed  in  accordance  with  details  contained  in  the 
Department  of  Transportation,  Divison  of  Highways, 
Publication  entitled,  "Guidelines,  Curb  Cuts  and  Ramps 
for  Handicapped  Persons". 

J.   Horizontal  Width  on  Bridge  Deck 

1.   The  clear  roadway  widths  for  new  and  recon- 
structed bridges  serving  2  lane,  2  way  traffic 
should  be  as  follows: 

a.  Shoulder  Section  Approach 

i.   Under  800  ADT  Design  Year 

Minimum  28  feet  width  face  to  face 
of  parapets  of  rails  or  pavement 
width  plus  10  feet,  whichever  is 
greater. 

ii.   800-2000  ADT  Design  Year 

Minimum  34  feet  width  face  to  face 
of  parapets  or  rails  or  pavement 
width  plus  12  feet,  whichever  is 
greater . 

iii.   Over  2000  ADT  Design  Year 

Minimum  40  feet 

Desirable  44  feet  width  face  to 

face  of  parapets  or  rails. 

b.  Curbs  and  Gutter  Approach 

i.   Under  800  ADT  Design  Year 

Minimum  24  feet  face  to  face  of 
curbs . 
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ii.   Over  800  ADT  Design  Year 

Width  of  approach  pavement  measured 
face  to  face  of  curbs. 

Where  curb  and  gutter  sections  are  used  on 
roadway  approaches,  curbs  on  bridges  shall 
match  the  curbs  on  approaches  in  height,  in 
width  of  face  to  face  of  curbs,  and  in  crown 
drop.  The  distance  from  face  of  curb  to  face 
of  parapet  or  rail  shall  be  1'6W  minimum,  or 
greater  if  sidewalks  are  required. 

2.   The  clear  roadway  widths  for  new  and  recon- 
structed bridges  having  4  or  more  lanes 
serving  undivided  two-way  traffic  should  be  as 
follows : 

a.  Shoulder  Section  Approach  -  Width  of 
approach  pavement  plus  width  of  usable 
shoulders  on  the  approach  left  and 
right. 

Min.  8' 
Des.  10' 

b.  Curb  and  Gutter  Approach  -  Width  of  ap- 
proach pavement  measured  face  to  face  of 
curbs. 
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